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These investigations in Scotland were made at the 
request of the New York Board of Underwriters, and 
the result is thus presented with the hope that it may 
attract not only the attention of the Congressional 
Committee, but also that of the general public. 
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Dumbarton on the Clyde, 
November lo, 1869. 

SiE : — I propose, with your kind permission, to ask 
your attention to some remarks and statistics touching 
the rise and fall of the American merchant marine, and 
to some suggestions, or rather a single suggestion — 
for the renewal of its prosperity. Little can be added 
in the way of argument, to what I have often 
written for commercial newspapers in Boston and New- 
York, upon this subject, but new fact* are every day 
corroborating the views advanced years ago, and these 
still point to the same — the only remedy. 

More than twenty years since, the relative ad- 
vantages of wood and iron in the construction of ships, 
and especially of steamers, were discussed by some 
anonymous writer and myself in the columns of the 
NewYorkJournal of Commerce. My opponent favored 
the former material, and when, as I flattered myself, he 
was driven to the wall in the discussion of durability, 
cargo space, and danger from lightning, he fell back 
upon what he considered incontrovertible at any rate, 
"Wood is buoyant, iron is not, when waterlogged;" 
forgetting that a steamer of any kind must have 
machinery in her, the weight of which with the 
addition of the rest of her capacity being occupied by 
water, would surely sink her. There was one argu- 
ment however then used against iron, which I was 
bound to admit had a certain force, but which has lost 
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iiiudi of its force ^hux timi tiiiic,— I mean Ihe quick 
fouling of iron bottoms. In those days, dockage was 
rare and expensive, and was scarcely to be obtained 
at all, especially for large ships, excepting in a very 
few of the ports of Europe and America. At this 
time, although it must be confessed that no lasting 
coating for iron has been discovered, still the facilities 
for docking all over the world have so increased that 
this difficulty is infinitely less ; and science has also 
disposed effectually of the vagaries of the compass. 

Time has therefoi-e settled one great point for us. 
Iron is better than wood, and the proof of it is, 
that all nations excepting the United States nse 
the iron in preference. Our people do not use 
it, because iron and the labor on iron are too costly, 
and because not being able consequently to build iron 
vessels ourselves, our ridiculously absurd navigation 
laws prevent us from purchasing such ships, and wo 
thus deliberately throw the trade in them into the 
liands of the nation that can build tliem cheapest, and 
into those of others like the Germans, who buy their 
ships in England. Our action quo ad hoc is neither 
more nor less than national suicide ! 

I am appealing tln-ough you to our government for 
a repeal of the present odious law — a law which 
expressly forbids us to hoist the American flag on any 
vessel that is not built on American soil, and launched 
into American waters. It is not a party question. I 
almost wish that it was, for then it would commend 
itself to tlie ambition of some politician. It concerns 
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ociually tln! deiiiucnit ;m(l tliu repiihlicaii, and paia- 
doxical as it may seem, the free trade men and the 
protectionists alike. For the present law, while clearly 
ill opposition to free ttude^ protects foreigners instead 
of our own people. Yes we protect the British, Ger- 
man, and French shipowners, captains, engineers, crews 
and their families, insurance companies, ship-chandlers, 
and even the shipbuilders and machinists who do 
their repairs at home instead of in our ysirds — againut 
ourselves ! 

When last in New York one of our first shipbuilders 
told me that he wished the law repealed, because, he 
siiid, "our business is now so nearly dead, that it is 
worth nothing, ^vhereas if our merchants owned the 
ships that came into this port, we should have ten times 
more work to do in repairing than we now have in 
building." I know that there are Certain antiquated 
^shipbuilders on the eastern shore, of whom the 
newspapers report occasionally that they have built 
u fine schooner or possibly a bark or a ship, (for the 
coasting trade in almost every instance,) who inno- 
cently suppose that the abrogation of the hiw would 
be an injury to them, and their little parish ; and who 
moreover flatter themselves that if they can get 
Congress to lessen the duty on copper and hemp they 
can compete with iron hulls and wire rigging ! 
Accordingly they make periodical journeys to Wash- 
ington, perhaps to find General Jackson. But 
Congress pays no attention to these old fogies. To 
afibrd thcni relioi; iL would he obliged to do much 
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more tlijiii tliej ask. Tliti duties sliould not only he 
taken off from copper and hemp, but iron and coal 
mines should be established in their neighborhood for 
their express convenience, their workmen should be 
obliged to labor for one dollar per dny — all internal 
and inward revenue dues should be abolished for all 
articles consumed by their families, and their people 
should give up their roast beef, and live on porridge ! 
When all this comes to pass the Maine shipbiiilder can 
perhaps after a few years experience compete with 
the Scotsman. 

Possibly they would be the gainers in the long run, 
if like Mr. Briggs, whom we all remember as one of 
our best Boston shipbuilders, they should take a nm 
over here, and after looking at the work going on, 
come home again, and selling out their stock in trade, 
go into some other business. -At most the Maine 
shipbuilders build only for the coasting trade, and 
if it were deemed advisable that the whole countiy 
should suffer for their supposed benefit, the law might 
be abrogated in so far only as relates to foriegn trade, 
leaving the coasting trade to be still carried on in 
American built vessels. Protectionists would then 
have nearly all they have now, for it is notorious, and 
the marine columns of the newspapers bear daily 
witness to the fact that nearly all our foreign trade is 
carried on in foreign bottoms. This wc cannot help, 
for so long as the treaties with England, Franco, 
Germany and other countries exist, our merchants 
caiuiot l)e pi'cvented from importing their merchan- 
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(!iso ill tilt! olio;i[)est iiifinnfr. Wo iiiiiy still keep up 
our coasting monopoly, and thus oblige merchants and 
ultimately consumers to pay more for their goods than 
if cheaper vessels were allowed to carry them. We 
may for the sake of benefiting Pennsylvania iron, force 
our railroads to use it, even if English iron could be 
imported for half the money. But this class of 
protectionists although exercising an unlimited a- 
mount of tyranny on our own highways, seem to 
forget that they cannot control the ocean, which is 
the highway of the world ! In order to do that, tliey 
must abolish all treaties, and enact a law that none 
other than vessels under the American flag shall enter 
our ports. The result of sucli " protection " as this 
would be, that American vessels would not be 
allowed to enter foreign ports, and all the European 
trade would be carried on through Canada and thence 
in British bottoms. 

But we mu.<t tnke fiicls as we find them. Our 
produce i.s carried m British built ships from our 
ports. Our merchants ship and receive almost all 
their goods in British built ships, and what is most 
humiliating of all, our government pays subsidies to 
daily lines of. British built steamers under foreign 
flags, and no subsidy to any transatlantic line of our 
own, and our people when they go abroad or return 
home, can never see the stars and stripes waving 
over their heads — because, and all because we insist 
on protectinfj — wiiom ? why the foreigners instead of 
ourselves! 
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Ill tlie (lid (lays of wooden sailing ships, of cheap 
living, and of comparatively cheap labor in the United 
.States, our niechauics advanced so rapidly in skill of 
workmanship and in perfection of model, that the 
English shipbuilders were not only rivalled, hut far 
outstripped in the race. Though her navy was still 
the largest in the world, the commercial marine of 
England was vastly inferior in speed, symmetry and 
discipline, to the American, and was fast yielding to it 
in amount of tonnage. 

Who does not remenii)er our magnificent liners and 
China clippers ? Our ships were huUt cheaper and 
better than they could be built in England, and there- 
fore English merchants preferred to ship their cargoes 
in them rather than in British bottoms, because they 
could afford to carry the goods at a cheaper rate. 
They acted precisely as our merchants act now. But 
did tlieir govennnent act like ours? On the contrary, 
it saw its commerce declining, its seamen becoming 
Americans, and thus depriving their native land of 
their services in case of war, while American ship- 
owners were making the jjvofit on freights tliat 
Englishmen before had made. 

At that time the navigation laws of England were 
the same as ours now are, and moreover, she had a 
powerful and influential body of shipbuilders to con- 
tend against, which we have not. Still, in face of the 
difficulty, and even with the necessity of bringing 
temporary disaster on a class for the good of the 
nation, the English wisely abolished their system of 
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protection, inul gave their iTKMt'hants the liberty to 
come to tiie United States for their supply of ships. 

Neither was there any eventual loss to the builders, 
for they turned their attention to iron; and now the 
wooden clippers and pacltets are dying out, as no 
more of them are being built, and the age of wood 
and sails has given place to the age of iron and steam. 
These are revolutions in the nature of things that old 
fogyism cannot stop, any more than it can stop the 
revolution of the earth by holding a handspike against 
the sun ! 

If we exiiinine the statistics of English and Ameri- 
can vessels engaged in foreign trade, we shall find 
that in the year 1858 they were about equal, being in 
round numbers 5,500,000 tons each. After that time 
the British tonnage gradually increased, and the 
American tonnage slowly decreased in comparison, 
till the year 1860, when the war pxit the finishing 
stroke to our commercial marine, and in 1867-1868, 
the English tonnage had run up to nearly 8,000,000, 
and oni-s had fallen off to 4,300,000. This includes 
inland, river and lake navigation. So nearly as can 
be estimated, the tonnage engaged in foreign trade 
was less than 1,300,000, the exact statistics being at 
the doscM)f the year 1868.— 

Sh!|,|,ing on th. L.ko. 005,694 

.■ .,„ tl,e Uivers 481,217 

,iii ll^<' Tiicitir, 166,512 

on the Atlantic and Culf, (iho greal 
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By some, tills ^\ill ))o aorciuHltiil for iji (wo wavs. 
Picwt, by the tninsier of many of our sliips to the 
British flag, as a security against the rebel cruisers ; 
and secondly, by the raids of the "Alabama" and her 
consorts. Doubtless both these caiise-^ have some- 
thing to do with the mutter; but the iir,>it is not 
of its supposed importance, and the latter is almost 
infinitesimal. For a better judgment of fact, let any 
one who has eyes snrvey our deserted shipyards, and 
then come over here, and look at the business doing 
upon the Clyde alone. 

It was an occasion and an era, when, two yeav-i 
ago, thousands of people went from Boston to New- 
buryport to see two steamers launched, which were 
to compete successfully with the Cunard and luman 
ships for the carrying trade to Liverpool. They are 
still lying at the docks, overwhelmed with debt con- 
tracted in their short career. Here, you will see ships 
of equal size launched almost every week, and attract- 
ing so little attention that the neighboring workmen 
do not cease from their labor as these vessels slip from 
the ways ! That their business is profitable is evident 
by their increase. 

I have taken the statislics oflSGT from a document 
issued by our government. Since that time, while 
our shipyards have been as idle as before, those of 
Great Britain have been increasing their business in a 
greater ratio than ever. Taking, therefore, into con- 
sideration the losses by perils of the seii, which have 
not been replaced on our side, wc can scarcely Iiave 
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jtt this (Liy mure tonnage eii<i-iiged in foveign tnide 
than at the close of 1868, while Great Britain cannot 
fall short of 9,000,000 tons, inclufling the amo^^]lt she 
has Iniilt and sold to Germany and other foreign 
eountrie;?. 

If we contiiuie in the saiiic track of downward pro- 
gression or standstill, it will not be many years before 
our commercial marine shall become nearly extinct. 
If we resolve that this shall be so, because our country 
having extended into the interior so vastly that our 
Hcaboard is not of the importance it once was, and, 
therefore, we have no further need of ships or of 
sailors, let na allow the humiliating fact at once, and 
call no more meetings for the consideration of the 
revival of our commerce. 

I was about to say, let us become Chinese or 
Japanese, and admit to other civihzed nations that 
they only are competent to perfonn the carrying 
trade for us. But I will not do the Chinese and 
Japanese such injustice. Even these nations, just 
emerging from barbarism, enterta'in no such suicidal 
doctrine of " protection " as we do. Be it rem&mhered 
that the United States is the only nation, civilized or 
uncivilized, nixin the face of the earth, that puts an 
absolute prolul)ition upon the purchase of a foreign 
ship by its people I 

Are we, becau.sc circumstances beyond our control, 
— such as the substitution of iron for wood, and 
iiecauj-c llie taxes that civil war has brought upon 
u^ hiive made us unid)le to compete with England in 
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shipbuilding,-— iiic we to refuse to Imy liei- !siii|)P for 
onr use, especiallj when there is no possible intere.«t 
of onr own that we can injure by so doing? 

The question before us is, whether by ovn- present 
poh'cy of supine indifference we shall suffer our mer- 
chant marine to be totally annihilated. If we take 
that resolution we may as well abolish the navy 
likewise, for it will have no commerce to protect. 
And yet we must perforce support a larger navy 
than ever before in time of peace, because in time 
of war we .shall want sailors. What manner of 
economy is this? 

Before the late war we had one of the largest com- 
mercial marines in the world, and, considering the 
importance of that, one of the smallest navies. Now 
we have a powerful navy and very little commerce. 
I well remember when in command of a ship in the 
harbor of Eio de Janeiro twenty years ago, and load- 
ing coffee with forty other American vessels, how one 
old sailing frigate was considered protection enough 
for all of us on the whole coast of Brazil. Three 
years since I was again in that port in a steamer, and 
mine was the only American flag that flew there, 
excepting those of seven gunboats and frigates and of 
an iron-clad, whose only ''protege" ^vas the little 
"Tijuca." 

Yes, what manner of economy is this? If we will 
not have merchantmen we must hnvc mcn-ol-war. 
When the late war broke out, small as our na\-}' was 
in its numbers of men and ships, it was instantly 
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rucniited to its lull rtMjuiifiiieiit of i-nilors from tlit; 
merchant pervice, which ulso supplied steamers anil 
sailing vessels for its first need. Remember, too, that 
imtil these men were wanted, they were adding to 
the industry of the country by earning wages, paid 
them hj merchants /or value received, whereas we are 
now obhged to pay them for no real value received. 
In other words, a great part of the money disbursed 
for navy appropriations might be saved, and an equal 
amount might be gained to the comitry in the produce 
of labor, so that we virtually not only spend un- 
necessarily these amounts, but the double of them. 
Surely from both points of view, the necessity of a 
supply of men, and the economy of maintainuig this 
supply, the restoration of our commercial marine is 
worthy of consideration. 

I am aware that it has been proposed to introduce 
a bill into Congress allowing our merchants to 
buy foreign vessels upon the payjnent of a duty. 
This scheme must have emanated from the brain of 
some one who cannot have given the subject due 
consideration. We claim, to use a treaty phrase, " to 
be put on the footing of the most favored nations." 
Duties are levied for revenue and for protection. This 
is not a case for either. If Congress will not abrogate 
the law in tola, there will be no revenue from such a 
source as proposed, for we cannot aflbrd to ))uy the 
ships and to compete with other nations, unless we 
have the same facilities that they have. In this 
competition for the carryhig trade, with tlie rest of the 
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world, wc must iiiivc; nothing wliatevef to hold us Ijsick 
in the race, especially us the long continued intiiil'er- 
cnce of our government has left us already far astern. 
We must have ships duty free, and also ship's stores 
out of bond, as in England. 

As to protecting any home interests I think it hns 
been already demonstrated that there are none to 
protect. But if our autidiluvian arkwrights still ohjcct, 
maintaining as they do at this late day, like my friend in 
the " Jourmil of Commerce " more than twenty years 
since, that wood is preferable to iron — then let an 
exception be made in their favor, let iron, steel and 
composite ships only, be admitted duty free to our 
flag, and let the law remain as it is, so far as wooden 
vessels are concerned. They will still have the 
market of the world before them, for not only will we 
buy their vessels of them, if we fitid them cheaper, and 
more profitable than iron, but the English, who have 
no prohibitory law, will do likewise. I have not 
heard however that any orders have gone out hitely 
from this country to America for wooden ships. 
There is certainly nothing that looks like it upon the 
Clyde. 

In the mean time, it may not be amiss for them to 
look over the estimates of Mr. Donald McKay, a well- 
known ship])uilder of Boston, and a born Scotsman I 
believe withal — at any rate, a niiiu of thrift and 
business capacity', lie e,stimates the customs duties 
upon the articles required foi- a wooden sliip of 1,000 
touf^, at $8,605.33 in gold. Let (hem put tiiat into 
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thoir caliMihitions, ;uid then -ddd one liundfed per ccnl. 
for the diftereiice in labor against them, ani,l moreover 
find some means of stretching a wooden ship to the 
capacity of one of iron, and of making -wood equally 
durable, before they solicit any order from this side. 

There are certain things upon which we form siich 
fixed opinions, that we wonder that argimient is 
necessary to convince those whom we wish to in- 
fluence. This subject is one of them, and yet it is 
not very sui'prising that while the arguments I have 
used arc stil! uncontroverted, so little interest is felt 
in tlie matter. It appeals to the individual interest of 
uo one. It is everybody's business, ~ therefore it is 
nobody's. What little individual intere.=t there is, is 
exercised against it, by that very small class of short 
sighted shipbuilders that 1 liave referred to, who 
imagine that they would suffer injury, by a repeal of 
the Jiavigation laws, and whose few votes seem to be 
of sufficient consequence for the whole nation to suffer 
OH their account. As I iiiive already hinted, the 
iinpoiiers iuid siiippers are supremely indifferent 
about it. Patriotism with them, generally, is a motive 
seco]idary to individual profit and convenience. They 
can now ship and import all thoy desire, and they 
cave not under what flag it is done. 

I shall still fiu'ther,with the aid of figures which are 
said never to lie, endeavor to place the subject before 
you In such a light, that the correctness of these views 
cannot but be acknowledged, although people may 
not. choo-ie to interest themselves in what does not 
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person iilly ponoern tliem. J liavo Ijeon hilol)' spt'iid- 
ing some moutlis in Scotland and more particularly at 
Dumbarton on the Clyde, where I have had ample op- 
portunities for observing the immense amount of work 
going on in shipbuilding upon that river, and of 
making the acquaintance of gentlemen engaged in it 
at Glasgow, Greenock and Dumbarton. 

The object of this essay is to convince my country- 
men by argument, — which, I hope, has already been 
done, — that our present navigation laws are onerous 
and useless, and then to show by authentic statistics 
that tlie Clyde is the natural ship-prodiicing district of 
the world. It is as much so as the valley of the Mis- 
sissippi is intended by nature for the supply of grain. 
That it is the region for such production is allowed 
by Great Britain. Therefore, she wisely admits all 
cereals duty free, because she cannot produce them 
ln'rself in sufficient quantity for her own consumji- 
tiiin. Let us imitate her policy in supplying ourselves 
with a necessity equally imperative. 

I shall now proceed to show that the ctipacity of this 
locality to supply the world with ships at the cheapest 
I'ates. has nut been overestimated. The advantages of 
the Clyde- consist in its location, its well organized 
system of labor, the chesipness of iron and coal which 
are both abundaiit upon its banks, the economical habits 
of the workmen, whose requirements are so small that 
they are satisfied with moderate wages, and in the 
dotcrniliiation and the ability also to underbid the 
wlioU' woi'ld in contracts for shipbuilding. 
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It if' not. iiuiiiy years since the Clyde \va.s lui 
insicruificant stream, insignificant at least as regarded 
everything but its history, and the beauty of its 
surrounding scenery. In those days of ivooden ship- 
buildmg, Greenoclc at its mouth ivas a pliice of some 
commercial importance, while the shallow water op- 
posite Dumbarton and Glasgow, excluded these towns 
from any participation in the prosperity of their more 
fortunate neighbor. But of late years the whole river 
has been dredged, so that at this day, vessels drawing 
twenty-one fec-t, can reach tlie wharvt^s of Glasgow 
with ease. 

If you would observe the work that \s going on, 
^'ou should take a steamer at the bridge in Glasgow, 
and after passing the quays crowded with shipping, 
j-ou will see upon either bank for miles, steamers and 
sailing vessels in pi-ocess of construction, and your 
ears will be almost deafened with the din of hammers 
and machinery. There are but intervals of quiet 
between Glasgow, Renfrew, Dumbarton, Port Glasgow 
and Greenock, all of which places are alive with this 
one industry. 

Upon an average there are about twenty thoii,«aiid 
workmen employed, and when the prolific nature of 
this population is considered, it may be computed that 
their families count eighty thousand more. Besides 
these a Jarge nuniliei- a,re dependent upon their labor 
in varioiiH ways. Tiiis strong force cannot be easdy 
conquered. They are a well educated people, and 
they understand (heir roraliined interests no well, that 
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they will yiibiiiit without murmuring, 1o any iieecssary 
reduction of profits or wages, rather than to see the 
industry', upon which their existence depends, depart- 
ing from their hands. 

Let those economists who prate of the "encourage- 
ment of foreign paupers" consider that these stalwart 
laborers and their families are consumers of our 
produce. The profit on the shipbuilding inures to 
them, the profit on the raising of grain to us, and then 
there is the profit on the transportation. This, we 
stupidly insist shall be theirs likewise. On the whole 
business we modestly claim but one-third, Yolunta- 
rily surrendering the freight to England ! 

Cpon the banks of the Clyde there are about thirty 
shipbuilding firms, all doing a flourishing business, 
but the giants iimong them are: — 

John Elder. Glai^gnw ; 

Barclay & Curie. " 

A. & J. Inglls, 

Robert Napier & Sous, '■ 

J. & G. Thompson, " 

Tod & MncGregor, " 

John Reid, Poi-t Glasgow ; 

Duncan & Co., " " 

Henderson & Co., Renfrew ; 

William Denny & Brothers, Duuihavton : 

Caird & Co.. Greenock. 

Scott & Co., 

Steel & Co., 
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By oitiuH- ijiie or tiio other oi' tlit'su lirms, steiini- 
sliips I);iv(' been iiiid are being continually tunitrl 
out lor the — 

Ciiiiard Line, 

Iniiifiii's Line, 

Alliin's Line, 

Itoyal Mail "West India Line, 

Panama Line, 

Frencli Transatlantic Line, 

Spanish and West India Mail I/me, 

Hamburg and United States Line, 

Bremen and United States Line, 

Peninsula and Orientjil Company'.s Line, 

British India Company's Line, 

Austrian Lloyds Line, 

Jij-azilian, Chinese and Japanese eoast lines, 
and othci's too numerous to mention. 

This list will show not only that these great com- 
panies select this locality a.s their best and cheapest 
building place, but it will show that all maritime 
nations, including the Chinese, avail themselves of the 
Clyde for their own advantage. All nations, excit- 
ing free and enlightened America ! 

France, Spain, Italy, Germany, — even BnizI!, China 
and Japan, — are in advance of us in tlii.-^ branch of 
political economy! 

Add to the above list the hundreds of sailing ships, 
and numerous steamers, besides those for British and 
Ibreign navies here built by contract, and some idea 
niiiv be foiiued of the business done upon the Clyde. 
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1 liJLvc befoi-u lu^j ;iii otticial " Report upon tht; vital, 
social, and economic statistics of Glasgow for 18ij8, by 
■William West Watson, ¥. S. S., City Chamberlain." 

Mr. Watson justly remarks: "In my Report of last 
year I ventured to express an opinion that the pros- 
pects of 1SG8, for the shipbuilding interests of the 
Clyde, seemed very hopeful. The result has greatly 
exceeded tliese anticipations, and the year has pro- 
duced almost the largest amomit of new tonnage of 
any upon record; — it has closed also with sanguine 
prospects of continued success. In point of fact, the 
remark may he made with some degree of pride, that 
the shipbuilding of the Clyde exceeds that of all the 
other ports of Great Britain combined. Only a lim- 
ited portion of the tonnage constructed on the banks 
of the Clyde is on account of native owners. The 
Clyde has acquired a wide-aproad fame, and it is 
worthily maintained upon every sea ; otherwise, ship- 
owners of every nation,* as well as our own and other 
governments, would not, yetiv after year, ret^ort hither 
to have their work performed. 

"There must unquestionably bo an advantage ob- 
tained on the one side, and a preference afforded on 
the other, either in regard to economy as to cost or 
durability as to construction, or in elegance as to form 
and figure, or probably all combined, which can enable 
the Clyde thus successfully to hold her own against 
all competitors." 
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He then subjoms tlie jullowing tabU^s, iuid adds a 
commentary upon theDi,wliicli ciiunot bo more clearly 
expressed than in liis own words : — 

"The following table exhihits the particuliu-w, 
arranged in groups, of all tlie new vessels which 
have been humched upon the Clyde from Rutherglen 
to Greenock, during the year 1868. 

NEW VESSELS LAUXCIIED OX THE CLYDE DCRIXG 

THE YEAR 18G«. 
Iron Steamers under 100 tons uacli, . 12 (117 
from 100 to 500 tons each, 32 8,255 



from 500 to 1000 " 


14 9,914 


from 1000 to 2000 « 


17 20,749 


from 2000 to 3000 " 


4 9,480 


fVom 300 and npwai-da, 


. 9 27,653 



1 500 to 1000 
1 1000 to 2000 



Composite Stea) 


FERs nuclei- 500 tons each, 


■' 


500 to 1000 '■ 


CojiPosiTE Said: 


s'G Ships undei 


• 500 ;™,;, . 


" 


500 tc 


• 1000 •' . 




1000 tr 


1 2000 '■ . 


"Wooden Steame 


Rfi. 




WooDEX Saii.ixg 


; Vessels. . 




Arhoe-Cla» TtiERET Wak-Si 


iiirs, _ '■ i 


aiid"DeTyei-;^ 






Composite Gi:>t.oats, 




Tros Sti^ah IIoi- 


i'ER JJarge^. 




Inox Si'EAii Pre 


DUKRS, . 





, 11 


2,17(1 


22 


lli,G55 


34 


43,105 


, 2 


928 


4 


2.882 


3 


604 


. 12 


9.761 


. ;! 


nMx 
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'■The next table exhibits, iilso in groups, the partic- 
ulars of ill! the vessels which were either actually in 
process of construction or under contract, at the close 
of the year 18G8. 

VESSELS IX ritOCKSS OF CON.STRl'rXION OR COX- 
TEACTEl) FOK, AT ai^T DECEJIHER, 1808. 

Iron Steasikhs, — ranging from 4(1 ii|, to ^,'\&) Ions 

eacli r,r> 0i),876 

Iron Sailing Seeii's 4il 38,689 

CojiPosiTB Steamkks ;; I,80-i 

" Sailing Snrrf^, 14 J;i,;ji7 

"WooiiEN Steamers o (i 

" Sailing Snii's, 4 ' ti.".!; 

Akwok-Clah War-Ships, — ■■ Invincibit:*," "Aiidii- 

cious," and " Hotspur," ;i 10,188 

Composite Lightship, for Inilia, .... 1 ^87 



" To a non-professional observer, or indeed to almost 
any one "whomsoever, the tables given above will 
furnish only a very vague and indefinite idea of 
something which is remarkably extensive ; but the 
matter becomes somewhat, although not much more 
intelligible, or at least it is apparently more capable 
of being grasped, if we express it in the fonn of a 
pecuniary value. Well, then, some idea of the viist 
magnitude and importance of the shipbuilding trade 
of the Clyde may possibly be reaUzed, if we reflect 
that the value of the vessels enumerated in the first 
of these tnbk^s wiis upwards of tliree and a Cjiiartcr 
millions of jjouiids sterling; iind tliai of the latter — 
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tliDSL' in course (if coiistructiuii — somowliat abuve 
three millions sterling. 

"I need scarcely again advert to the continued 
development of the employment of iron in shipbuild- 
ing, as contrasted with that of any other material 
upon the banks of the Clyde. Indeed, a glance at the 
two tables last exhibited elicits the fact that while not 
a single wooden steamer was built or was under con- 
tract in 1868, only two sailing vessels built of wood 
were launched during the year, and only four were 
contracted for at its close. Upon the other hand, the 
composite construction — especially for sailing ships — 
advances in favor, as nearly 14,000 tons of the latter 
were launched during the year, while upwards of 
13,000 tons were in process. Yet all these present but 
an insignificant proportion to the array of figures 
which the iro]i statistics exhibit, and which may be 
sumninrizoil thus :— 

Launched in 18(i8 — 

Iron Stenme.-^ iiiiil SntYmf, Sliips I.<1.C88 tons. 

C'omiwsitti ilii il) 17.013 ■- 

\\\.i>a,-n >y;u]h,g Slii|.s ^^70 '■ 

Under contract, or in jiraccss of coiiwtv\i(*tion, (ilst 
December, 1808 — 

Ti-cm Sfeiimer." and Sniliiijf Hliip- 1 18,7.'i.T Ion*. 

Composite (l.> ilo ir,,40i) •' 

■AViiodcii Siillliig S!ilp* f,:,0 '■ ■' 



The '■composite," i^eferrcd to in Mr. Watson's tables, 
is a system little known with us. It combines many 
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of tlie advautflges of iron and the only one of wood. 
A composite vessel is constructed with iron frame and 
wooden planks, which are fastened to the metal ribs 
with composition screws. Oak is unserviceable, as it 
contains a pyroligneous acid which eats the iron and 
reacts by rendermg the wood "ironsick." Teak is 
generally used, as instead of this acid, it has an oily 
nature which is a preservative for both substances. 
Composite vessels have the same room for stowage as 
those of iron, although they are perhaps not so dura- 
ble. But they can be sheathed with copper so 
that the}' are not liable to the objection of foiiling. 

I have addressed a note to Messrs. William Denny 
k Brothers, one of the firms already referred to, mak- 
ing the following inqnirief.': — 

I. Wliiit is the averngc price for skilled labor In 

shipliiiilding ? 
11. M'lml. is the price of ordinary labor ? 
11]. "What is the cost of iron per ton ? — pig, sheet 

iuid wrought. 
IV, AVIiHt is the price of coal? 
V. Whiit is The costof Inhor on a .^tcainer of ,'5,000 

inns ".' 
VI. "What is the cost of material on llie same ? 
Ml. AVliat is the cost of engines of 400 nominal 

horse power '.' 
Vlll. "What is the cost, per ton. of an iron sailing 
ship ready for sea ? 
IX. Wliitt is lho nile for rnlciilatina- British Ion- 
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X. What is the dillereiice in ciijiitcity betwton 
wooden and iron vessels of" the same exte- 
rior dimensions ? 
XI. Wliat is tlie cost of composite vessels, as com- 

parecl with those of iron ? 
XII. What is the compai-ativc cost of wire and liemp 

To which they have obligingly vetnrned the follow- 
ing rephes : — 

"I. Twenty-five to twenty-eight shillings per week. 
II. Fifteen to eighteen shillings per week. 
III. Pig iron,£5 17s.; plates, £8 5s.; bar{common,) 

£7 ; bar (best,) £8. Of course, they vary. 
I \". Ten to twelve shillings per ton. 
\'. Al)ont £21,500. 
\l. About £40,UU0. 

VIL £2:i,000. Everything depends on the style 
and finish of ship and engines ; but the 
answers to 5, 6, 7, refer to a lirst-class ship, 
— the engines complete, and well found in 
spare gear. A four hundred horse-power 
nominal engine shoxdd indicate 2,600 effec- 
, tive, and would drive a good fomi of ship 
tliirteeu knots on trial. A rough ^\ay of 
arriving at the cost of a lirst-class screw 
passenger steamer, is to calculate the gross 
tonnage at £28 to £30. This would include 
engines capable ol' giving a speed of eleven 
to twelve knots. 



dbyGoogle 



VIIl. £n ids. to £15, according to finisli. 
IX, The customs rule is generally explained by 
cideiilating the internal capacity of the ves- 
sel into cubic feet, and dividing by 100, the 
I'eHiilt being considered tons. 
X. An iron ship of say 1,000 tons register, would 
carry 200 tons more of measurement than a 
wooden ship of the same dimensions. Such 
is the experience of Mr, Henderson, of 
Glasgow, ivho is largely engaged in the 
Australian tnide. 
XI. Composite vessels from £2 to £o more per 
ton than iron. 

XII. TJiere is a saviiiij; in weight by using wire rope 
of one-third. Thus, o^-inch wire rope, of 
weight per fathom 10 lbs., is equal to 8-inch 
hemp rope of weight per fathom 15 lbs. The 
present price of wire is thirty-seven shillings 
per cwt. The price of hemp rope per cut. 
is forty-two .-^hiUiiigs. Upon the diil'erence 
there is a saving in money of 3S per cent." 

My esteemed friend, Mr. Edward.*!, of the Boston 
Atlantic Works, whose company has been largely 
engaged in building ships and machinery for the 
Government, informs mo that the American price of 

Plates 101.00 

Ku-,(«,„„„o„,) ,l2,.-,(, - 

Ita-. (lu.l.) S7.:,(i .. 
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On both sidas t!io water the day's labor is considered 
as of lU liours. 

Mr. Edwards says that he is persuaded that if the 
Government will remit the duties on iron, he can build 
ships as cheap as they do in Scotland. He does not 
say that there are coal and iron mines in East Boston, 
within a stone's throw of his furnaces, nor does he say 
that his men will submit to a reduction of one-half 
their wages. 

I have not deemed it necessary to propound any 
questions as to the cost of wooden ships. Hereabout 
such vessels are obsolete, and I doubt if most of the 
builders in England and Scotland could give us any 
information on that point, to which they are as indif- 
ferent as they would be in regard to the items that 
entered into the construction of Noah's Ark. Not 
only are all ships built principally of iron, but the 
tendency is (o discard wood altogether in their con- 
struction. The last answer, relating to wire rigging, 
shows how hemp is entirely dispensed with, except 
for running gear. Wood is no longer needed for 
lowermasts, bowsprit and yards, all of which spars are 
infinitely stronger, lighter, cheaper, and more durable 
than wood. 

Decks are sometimes made of iron jdates instead of 
planks, as in the case of the London and New York 
line of steamers, and it should not be long before one 
greater benefit than any thus far enumerated shall 
accrue to humanity in the absolute freedom from the 
slightest danger of fire at soa. Every table, elixir, 
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Inilkheiiil ami l^ortli fixture, in the cabin, ibveeastk' 
ami steerage, inaj be made of thin or corrugated 
iron, and the niattrasses may be saturated with fire- 
proof preparations. As emigrant ships may thus 
be made secure from one of the greatest perils to 
which such vessels are exposed, the law should compel 
them to adopt these precautions. 

I have spoken of the Clyde as the shipbuilding 
emporimn of the world. Lot us see how the Englisli 
regard it, as incidentally appears from a recent article 
in the Pall Mall Gazeiie. 

"The Shipbuilding Traue. — The cause of the 
decline of shipbuilding on the Thames seems to be 
fully accounted for on studying a table prepared by 
Mr. John Glover, showing the daily rate of wages on 
the Thames, Wear and Clyde, of carpenters, joiners, 
platersj caulkers, riveters, painters, riggers, saihnakers, 
boilermakers, engineers, turners, and pattern workers. 
The cost of one day's labor from those combined 
crafts is, on the Thames, 72s. ; on the Clyde, 588. 8(Z. 
The Thames price is 22.72 per cent, higher than the 
Clyde. Moreover, it iippears tliat Thames workman- 
ship is no better than that on the Clyde and Mersey, 
or Tyne and Wear ; and that Government and other 
contracts are naturally no longer restricted to the 
Tharae.s. The difference in the rate of wages is 
aggravated by the extent to which work is done by 
the " piece " in the northern yards. Iron work on the 
Clyde is nearly all so done, and nine-tenths of It cm 
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tlie Weur. The coinpnrntivo diffuse of wood in tlio 
construction of ships has also materially affected this 
industry. Formerly all vessels were built of wood. 
Coal and iron, and the cost thereof, were not then 
very important items in their construction. Now a 
steamer built of woocl is a rarity, and nearly all large 
sailing vessels are built either entirely of iron, or of 
iron in the interior, with a wooden skin. The disuse 
of wood, and tlie greatly increased use of iron, favors 
the rivers in close proximity to the banks of which 
iron is manufactured, and where coal, so important an 
item in all work witli iron, is also found proximate 
and therefore cheap. The reason why Thames wages 
did not fall with the decline of trade, until such a 
level had been reached as would have enabled Thames 
masters to compete successfully with other rivers, is 
attributed by Mr. Glover to the decrees of the " union." 
They fixed a limit below which wages ought not, in 
their opinion, to fall. They succeeded thus far. Wages 
remain nominally high. But there is no work ; trade 
is destroyed. It is perhaps, he adds, an extreme 
illustration of what liappcus when the men become 
masters." 

Wliat tlien'' It is true that London and Glasgow 
are under the same government, and so the cases are 
not exactly parallel ; but they are enough so to 
suggest the (juestion, should the London merchants, 
now that ships can no longer bo built in their district, 
insist that the Glasgow people, who do build them. 
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